Policy Research Working Paper 5794
Based on quantitative and qualitative data, this paper attempts to identify the main reasons why cargo dwell time in Durban port has dramatically reduced in the past decade to a current average of 3-4 days. A major customs reform; changes in port storage tariffs coupled with strict enforcement; massive investments in infrastructure and equipment; and changing customer behavior through contractualization between the port operator and shipping lines or between customs, importers, and This paper is a product of the Africa Region, Transport Unit. It is part of a larger effort by the World Bank to provide open access to its research and make a contribution to development policy discussions around the world. Policy Research Working Papers are also posted on the Web at http://econ.worldbank.org. The author may be contacted at graballand@ worldbank.org.
brokers have all played a major role. The main lesson for Sub-Saharan Africa that can be drawn from Durban is that cargo dwell time is mainly a function of the characteristics of the private sector, but it is the onus of public sector players, such as customs and the port authority, to put pressure on the private sector to make more efficient use of the port and reduce cargo dwell time. 
Introduction
There is increasing evidence that transport time decreases trade and increases logistics costs, notably because of increased inventories. Hummels (2001) demonstrated empirically that increased transport time dramatically reduces trade. That probably explains why the location of exporters is increasingly important and why Kwazulu-Natal, the province where Durban is located, contributes to 22% of South Africa's manufacturing gross domestic product with manufacturing activities principally located in the Greater Durban Metropolitan Area (Valodia, 2006 and Krugell et al. 2009 ). Among twelve major impediments, the automotive industry in South Africa listed reducing inventories as the most important objective (Barloworld 2010) . Without reduced cargo dwell time and increasing dwell time predictability, the objective of reducing inventories is not likely to be met.
Ports and cargo dwell time in ports are critical. Arvis et al. 2010 demonstrates that for land transport to landlocked countries in Sub-Saharan Africa (SSA) over 50% of total transport time from port to hinterland cities is spent in ports.
South Africa has the largest number of intra-regional maritime connections with international With a network of eight ports, the country has a critical role to play in the international trade landscape for the region.
Widely acknowledged for relatively good performance compared to others in the region, South Africa and its network of ports is ranked 28th in the Logistics Performance Indicator (LPI) for 2010 followed by Senegal at 58th. The global trend of rising popularity of the container means African ports also experienced growth in the containerized cargo market. South Africa handled the highest container volumes reaching a peak of 3.9 million TEU's in 2008 with the Port of Durban 2 accounting for over 60%
2 In South Africa, all ports, freight rail and pipeline infrastructure are owned by the Transnet Group (and all its subsidiaries). The South African government is the unique shareholder through the Department of Public Enterprise (DPE) which controls all parastatals. TNPA is the landlord port authority responsible for all the 8 national ports in the country providing port infrastructure and marine services as well as tariff setting and control of spatial allocation. Port operations are largely run by Transnet Port Terminals (TPT) with some small degree of private sector participation. The operations can be divided into 4 sectors namely bulk, break -bulk, automotive and of the traffic. The critical location of Durban on the North South Freight Corridor, an important route for transit traffic bound for Zambia, Zimbabwe, Malawi and a connection going as far north as Dar esSalaam, puts it on the spot light and its performance is extremely vital for countries along the corridor.
The Durban Container Terminal (DCT) has benefitted substantially from major infrastructure investments and it now comprises a new terminal known as Pier 1 and the old terminal known as Pier 2.
With a capacity of 720,000 TEU's, Pier 1 has 3 berths with a 11,9m draft, 6 ship to shore gantries with 888 reefer points. The terminal operates RTG's. The larger old terminal, Pier 2 is currently designed for a capacity of 2,9 million TEU's and it boasts 6 berths over 14,000 ground slots with an average draft of 11,8m, 19 ship to shore gantries, 1117 reefer points. The terminal operates with straddle carriers' 4 . containers. The National Port Authority Act includes clauses to terminate the control of nationalized ports, but the implementation is still not on the political agenda and it also face resistance from Transnet management and the DPE. 3 The port of Nqura has been excluded from the list as it mainly handles transshipments and started operations late 2009. Transhipments at the port make up approximately 60% of total traffic. In comparison with Durban, volumes at Nqura are significantly low. 4 The port operates 24hrs a day 365 days a year. During day light the ships are restricted to 243.8m length with a maximum width of 35m and a draught of 11.9m or 12.2m according to tide and harbor master service. The largest ship calling the in 2009 had a 6.742 TEU carrying capacity which is relatively small by world standards but probably the largest to call at any African port. See Annex 3 for port and container terminal layout and Annex 4 for berth data.
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Total TEU's handled across quay in 2010 for both piers was 2,5 million, still below the 2008 peak of 2,6 million.
Most of the containers going through Durban are destined for Johannesburg and transported by road while traffic volumes on rail have remained static over the years. A review study of the Durban Inland Intermodal Terminal and Logistics Hub conducted in 2008 reveals the turnaround time within the port area was too long and had major implications on efficiency thus dwell time (Arup, 2008) .
Even though, from interviews, port performance usually emerges as the main culprit for long delays along transit corridors, disentangling port inefficiency is scarcely carried out, especially in SubSaharan Africa. However, in a country with relatively higher trade value, such as South Africa, this is of even more importance. The main lessons for Sub-Saharan Africa, which can be drawn from Durban port, are that cargo dwell time is mainly a function of the characteristics of the private sector, but the onus is on public sector players such as customs, the port authority, etc. to put pressure to change the behavior of the private sector port users to better comply and reduce cargo dwell time. In this regard, prohibitive charges for storage, coupled with strict enforcement, and the possibility to pre-clear with Customs with advantages attached to it and service level agreements binding both parties are critical tools for the reduction of cargo dwell time The outline of the paper is as follows: section two presents descriptive data on cargo dwell time in Durban and compares it to several ports in Sub-Saharan Africa and decomposes the aggregate cargo dwell time figure. Section three presents the technical measures, such as cargo storage fees changes, 6 which have contributed to decreasing cargo dwell time as well as the role of public stakeholders, mainly Customs, the port authority and the port operator. Section four explains the justification of reducing cargo dwell time from an operational approach. Then, the main lessons for SSA ports are presented. In the sixth section two of the main remaining challenges to reduce cargo dwell time are discussed. The final section concludes and presents some factors, which could contribute to improve port competitiveness in general.
Cargo Dwell Time at the Port of Durban
"Normal" cargo dwell time differs between ports and even more importantly between port users and stakeholders 6 . In the case of Durban, 28 days is the time limit for Customs to consider "abandoned cargo" and this then represents the end of "normal" cargo dwell time. Shippers, who represent the automotive industry, consider 3 days already as excessive dwell time. However, some small shippers would tend to consider "normal" cargo dwell time around 4-5 days. . This is also related to the fact that "free time" 8 for transshipment is set at 7 days (with low charges below 15 days) 9 .
It should be noted that cargo is generally moved from the terminal to bonded warehouses before the expiry of the free storage period of 3 days offered by TPT. Therefore, the information provided does not capture all dwell time figures for the port. Additional data were also collected from those involved in cargo handling for the period from January to December 2010. The data are based on accounting information from arrival at port to the time cargo is passed on to the owner. The data shows that on average most cargo is held for less than 4 days (referred to as overstays).
According to the main shipping lines/warehouse owners, less than 10% of containers go beyond the 3 day period and less than 1% go beyond 28 days. Based on these multiple interviews, it was possible to reconstruct dwell time frequency (see Figure 2 ).
7 Transshipments account for approximately 20% of total cargo. 8 Free time is defined as the time from when the vessel completes discharge and the container is stored in the port area until collection for a specified period without incurring any port storage charges. For import containers this is set at 3 days and 7 days for transshipments. 9 Figure 1 suggests that dwell time for exports and imports is rather similar and could tend to demonstrate that the lower limit is rather close. Therefore, Durban appears to be a good benchmark for Southern Africa, but even more importantly, for SSA ports. Durban is, indeed, by far the port where cargo dwell time is the lowest in Southern Africa and SSA in general (see Table 2 which presents data collected for the Africa Infrastructure Country Diagnostic (AICD) for Southern Africa and Table 3 for selected ports in SSA). . The most significant difference concerns clearance procedures, where up to 6 days can be gained, as well as for discretionary storage. The last factor seems to play a major role and is therefore discussed in detail below. While the 3 day storage policy released much needed capacity inside the terminal, to address congestion around the port area, TPT identified peak periods for collections at 8am -11am and 2pm -4pm which also happen to coincide with the general Durban city commuter traffic peak with a resultant conflict between the two creating massive congestion in the city and constraining port access. Cargo handling companies and large consignees such as Toyota were targeted and encouraged to collect goods at night or during off peak periods.
Despite all these efforts, it is reported that almost 50% of customers still collect their cargo on the last day of free storage.
Therefore, major stakeholders acknowledge that the introduction of the "punitive storage charge" after day three is probably the most important single event impacting on dwell time at Durban port. Even though it took some months for the impact to materialize, DCT saw a continuous drop in dwell time and a reduction in the number of import boxes in yard at any given time.
It is worth noting that this was possible since systems to allow for prompt clearance and release were in place. Even though pre arrival clearance has always been possible, it is noted that the length of dwell time before the increase in port tariffs was certainly due to the low storage rate, which was at that time approximately 10 USD per TEU per day, often cheaper than taking delivery if there was going to be commercial storage required. For the storage policy to be effective, it does require the terminal to perceive itself as part of a logistical chain and not as a storage facility. Once it has that mindset then dwell times will fall assuming there are systems in place to allow for prompt clearance.
The Role of Public Sector in Improving Efficiency
Customs It would obviously be unacceptable for TPT to impose such a charge to cargo owners when it is not possible to clear cargo from customs. Therefore the importance of customs performance in the issue of dwell time cannot be over emphasized.
Studies show that some of the major delays at ports and border crossings are because of inefficiencies by the customs agencies. As pointed out by Raven, efficiency of ports or even the timing of many of its activities is strongly influenced, if not dictated, by customs (Raven, 2000) . The target for South Africa's Revenue Services (SARS) Customs, is to clear within 3 hours for declarations processed through Electronic Data Interchange (EDI). According to SARS, during the first quarter of 2011, the 13 average time to release goods was 3 hours when processed through EDI and 10 hours when not processed through EDI (with 75% of declarations processed through EDI).
With customs clearing cargo in less than 1 day and TPT efficiently moving cargo from the terminal area, it is probably safe to assume that there is "no transactional dwell time" at the Port of Durban as expressed by one stakeholder (or at least it is rather limited for a Southern or SSA standard).
Various research notes that customs service, rapidity of processing, simplicity of documentation influences port competitiveness. The Customs modernization project made a significant contribution to improving the competitiveness of the Port of Durban.
The project delivery strategy of enhanced compliance recognized three key elements influencing customs operations, namely; (i) some taxpayers/traders will always try to comply whether effective enforcement exists or not: (ii) the goal is to influence the undecided majority who will choose one way or the other based upon how well the strategy is implemented and (iii) some taxpayers/traders will not comply whether effective enforcement exists or not -the criminals.
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Within that context, the strategy was based on the fundamental principles of making it easy for those trying to comply by improving services and making it hard for those who do not want to comply by improving enforcement. Therefore, measures aimed at increasing treatment differentiation and compliances were initiated. In this regard, contractualization between customs brokers and customs was developed. For instance, for companies wishing to get an authorized economic operator status, needed to go through detailed interviews and be transparent regarding their economic activities and supply operations and are, from time to time, controlled randomly. However, these companies 17 benefit from a green channel, which means that as soon as the cargo is handled at the port, it can be removed.
Contrary to most countries in SSA, pre-clearance is then the rule and this explains why the target for customs clearance time is in hours and not in days like in other countries.
Transnet Role and Infrastructure Investments
From an infrastructure perspective, South Africa was ill-prepared for the increased trade at the time of adopting its port liberalization policy. The trade infrastructure was ageing and had been . This also includes the move from Cosmos 20 to NAVIS 21 terminal operating system, first piloted in Pier 1 at its opening and has been introduced in all ports except Pier 2 over the last year.
18 For a five year period up to 2009, Transnet had made capital investment of up to UD$11.5 billion with 59% spent in infrastructure related projects; 32% on rolling stock; 9% on machinery, equipment and a floating aircraft. respectively. DCT currently operates at a productivity of 28 moves per GCH, a major improvement from the 19 moves per GCH a few years ago (Transnet, 2009 ).
Although Transnet had embarked on numerous initiatives to improve performance through investment in infrastructure and its human capital, the behavior of third parties remained a challenge. It is reported that in 2001, information provided by shipping lines had an accuracy of 43%, making operational planning a headache. A strategy to alter behavior patterns of the private sector was developed.
One of the key initiatives to achieving this was the introduction of the Container Terminal
Operation Contract (CTOC) with key customers, mainly shipping lines. CTOC entails establishment of service level agreements between TPT and its customers regarding expected performance levels. These bind the parties through contract to deliver specified targets such as level of service based on agreed performance indicators (i.e. dedicated berthing window, guarantee 28 moves per GCH etc) on the part of the terminal operator and observing specific regulations on the part of private port users (i.e.
compliance with specific requirements such as providing accurate information etc). Commercial agreements with shipping lines now stipulate a 96% accuracy of information provided
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. Failure to do so attracts sanctions. Enforcement of CTOC agreements has been critical for success.
The interesting thing about the CTOC is that staff can commit to these targets as well and at the moment about 5% of TPT staff have committed to a service level performance of 28 moves per hour.
Further incentives include a commitment to specific customers to be afforded an agreed level of service, be it reduced, during periods of disruption such as labor strikes, etc. while the customer commits to clearing cargo from the port within agreed times. With the bigger customers agreements may even involve doing bulk runs at night.
In an environment where inefficiencies prevail, the private sector feeds from the public sector's inefficiency, therefore creating a virtuous cycle of inefficiency and corruption on both sides. The basic issue here is really a need to establish rules of engagement and enforcement on both sides but the onus is on Transnet to enforce the rules while fulfilling its mandate of providing an efficient service to its customers. And so far, this arrangement seems to be working well.
TNPA also established port user forums for some of the key stakeholders, coordinated and chaired by TNPA itself. These have been divided into six clusters as follows: Automotive, Coal, Containers, Iron Ore, Liquid Bulk and Manganese. In the case of the DCT and Pier 1 there is a container terminal advisory board which meets on a monthly basis. These meetings provide TNPA and its customers an opportunity to discuss issues and try to find solutions together. While the process started off with both parties playing blame games, the partnership between TNPA and its customers appears to be working well as reflected by the recent Barloworld survey of 2010. At least, more than half of those in the automotive industry proclaim that logistics capacity of SA's ports has improved in the last two years and they also think that the loading and docking capacity is now competitive and comparable to international practice. The Industry also gave customs a vote of confidence by confirming that compliance processes are being dealt with more efficiently than in the past and that corruption has decreased, and physical security of goods in the port has improved (Barloworld Logistics, 2010).
Why Was It So Important to Reduce Cargo Dwell Time?
Aggressive policies against long dwell times are often pointed at by shippers as unfair and disproportionate. The complexity is to set tariffs and measures that are, on the one hand, strict enough to discourage shippers from using the port as a warehouse, and on the other hand, realistic given the time necessary to perform clearance formalities and operations.
In the case of Durban, a target of 3 days has been considered both realistic and necessary to achieve acceptable operational performance and it has been achieved through a set of direct and indirect measures. If one were to evaluate the impact of such dwell time reduction on terminal handling capacity and productivity, several factors need to be taken into account:
-the physical capacity of the port; and -the usage patterns (dwell time distribution, traffic distribution, etc.)
Physical capacity is indeed a critical factor in port planning that is directly affected by long dwell time patterns (the higher the dwell time the higher the occupancy of the yard). When facing capacity shortage issues port planners have however a tendency to immediately consider capacity extension projects without envisaging a more optimal use of the existing capacity.
We argue that dwell time reduction is often a more efficient way to release additional capacity in a container terminal at limited cost. But this depends also on usage patterns and more specifically on dwell time distribution and occupancy ratios The impact of dwell time reduction between scenario 3 (green curve) and scenario 2 (red curve) is very significant: an estimated 118% additional capacity is released in the container terminal. The later reductions between scenario 2 (red curve) and the current situation (blue curve) is also important: 53% additional capacity is released. In total, reducing dwell time from scenario 3 to scenario 1 more than doubles the practical capacity of the container terminal without any investment in physical extensions.
Figure 3 -Estimated dwell time distributions in the port of Durban and impact of dwell time reduction
Source: Local interviews (TPT, MSC and Maersk) and own estimates.
By using a simulation model of operational movements in container yards we show in addition that using information about dwell time for the optimal allocation of containers in the container yard would lead to additional capacity release of up to 40% in a congested container yard. Containers that are expected to be released quickly are indeed best positioned on the top of container piles to avoid double-handling. On the contrary the long stay containers should be stored in the lower levels of the piles or separately to avoid multiple repositioning before clearance.
Lessons for Ports in SSA
As articulated in the State of Logistics (SoL) surveys conducted annually by CSIR and others, "the performance of the supply chain depends on the quality of the service provided by the private sector, in collaboration with the proficiency and diligence of public agencies"(CSIR, 2006). TPT's approach, in managing lower levels of occupancy, involves freeing up space and improving distribution in the terminal concentrating mainly on the enforcement of the 3 days free storage policy and encouraging cargo operators to remove their goods from the terminal as soon as possible but within the free storage period. Measures applied include publishing information related to arrival times of cargo expiry times for free storage period and sending regular reminders via sms to encourage early collection of cargo. TPT also sought close cooperation with its customers targeting the large operators, including shipping lines, and transporters, and offering incentives for clearing cargo early by allocating preferential slots and stacking containers in a batch to facilitate the collection process.
With most customers able to complete customs clearance procedures within 3 days, the majority of port users do comply with the 72 hour policy, otherwise the implications for failure to comply are later reflected in the cash books
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, a key issue for the logistics industry regardless of size but even more so for the South African industry struggling to recover from the global financial fallout.
Within this context, the main lesson for the rest of SSA is that: cargo dwell time is a function of the characteristics of the private sector BUT the onus is on the public sector (customs, port authority) to put pressure on private sector port users to make them more efficient (gradually). In South Africa, due to the increasing importance of manufacturing/assembling industry, which competes worldwide,
Transnet is under severe pressure to perform and improve, not only from the private sector but also from a government anxious to meet trade policy objectives. Therefore, a virtuous circle is in place as demonstrated in Figure 4 .
Figure 4: The Virtuous Circle of Cargo Dwell Time
To get a sense of this point, it is important to understand the nature and characteristics of South Africa's private sector as it appears to be the main divergence from most countries in Sub-Saharan Africa. A good place to start is by noting the trading policy of the country which moved from an import substitution economy to value added manufacturing export in the late 1990s. This change integrated the countries trade into the global market and more than any other country in Sub-Sahara Africa, South
Africa has strongly diversified export characteristics with a significantly advanced manufacturing industry making it the most competitive regionally. South Africa's manufactured export goods serve the region but largely concentrate on Europe and America. However, from an international trading point of view, its geographic remoteness from its key markets places a significant amount of pressure on its global competitiveness.
According to the South African government, the country's automotive industry is a global, turbocharged engine for the manufacture and export of vehicles and components. The sector accounts for about 10% of South Africa's manufacturing exports and contributes about 7.5% of the country's GDP
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Manufacturing in the country is concentrated in the provinces of Gauteng and Kwazulu Natal (KZN). In KZN alone, 80% of manufacturers export to Europe with most firms involved in both import and export (Valodia, 2006) . For example most of the auto manufacturers import parts that are used to assemble vehicles and the finished product is exported back to the key market, in most cases, Europe.
South Africa is also the largest food exporter in Africa and in 2007 the export value of its goods was $ 4.2 billion (UNCTAD 2009) approximately 2% of GDP. Given its disadvantaged location and a few other inefficiencies in the manufacturing system, logistics is one of the few key areas were the country developed as one of the best in the world 26 therefore improving the country's competitiveness.
Another major observation at the Durban Port is that most of the cargo going through the port is for the domestic market dominated by large companies as cargo owners but also cargo operators.
Transit or over border cargo as they call it, account for a very small share of the total cargo traffic. In most coastal countries in Africa, these account for a larger proportion of import cargo and most of these countries a significant proportion of the transiting goods experience problems relating to documentation and abandoning of the cargo. Most of the big operators in South Africa also have service level agreements with TPT and they prequalify their clients to ensure legitimacy and to avoid taking clients with a low or non compliance record.
In the case of South Africa, any form of delay at the port is a major irritation for the manufacturing industry but even more importantly as expressed by someone in the automotive industry, they also have huge financial implications for those operating in a competitive environment as their businesses have to absorb any cost inefficiencies wherever they occur. In what looks like the key dynamic of the private sector in SA, a Barloworld survey of businesses involved in manufacturing and logistics, the industry expresses a sense of ownership to the logistics process. While recognizing that public sector is key to this, they feel that the onus is on them to agitate and drive the process to see transformation at Transnet (Barloworld Logistics, 2010 Cameroon, inefficiencies in the supply chain can be easily passed on to a captive consumer market while profits remain high. However, at the time when trade diversification has become a motto; without a more advanced and less rent-seeking private sector, it will be extremely difficult to increase value-added and then achieve diversification.
What Remains to Be Done to Reduce Cargo Dwell Time?
Judging from the reported container dwell time performance, Durban may have successfully managed to shed its reputation as a congested and inefficient port. Over the last few years, there has been significant progress in improving the efficiency of DCT but challenges remain, particularly with regards to labor productivity and port access, all of which have an impact on cargo dwell time.
Increase Labor Productivity
Using the number of cranes moves per hour as an indicator, productivity levels at DCT have been gradually improving over the years increasing from 17 moves per hour to the current 28. However, a recent study commissioned by the Port Regulator suggests that the current levels are not sufficient to bring Durban to the performance standards of the world's best ports. The report shows a comparison of Durban with five 27 other ports in different parts of the world and finds that the port falls short in the area of productivity, operating at a rate of 23 moves per hour in 2007 while the best port was operating at a level of 94 moves per hour (Ports Regulator of South Africa, 2010). But it may well be because some of these ports use much more advanced equipment.
27 Antwerp, Belgium; Klang, Malaysia; Laem Chabang, Thailand; Rotterdam, Netherlands and Santos, Brazil. Given that the port achieves its target of 28 moves per hour, the main issue emerging from the interviews is the lack of consistency across shifts. It was reported that some shifts perform better than others, meeting the agreed target of 28 moves per hour while others don't. Possible reasons for this inconsistency could be poor supervision or lack of staff motivation. The introduction of performance contracts tied to an incentive scheme was introduced with the aim of encouraging staff to meet specified targets daily in order to improve the improve the movements of cargo and to keep terminal occupancy levels below the specified threshold of 70%. It should also be noted that only 5% of TPT staff have committed to that level of performance. It is possible that the performance contracts are not yielding the expected results and in that regard there may be a need to review their design and improve if necessary.
Stability of port labor was also mentioned as a key concern for stakeholders as it is perceived to have an impact on operations. The high turnover of management staff is listed ias a major cause of instability and a desire for this to be reduced was expressed.
However, the greatest irritation seems to stem from the fact that strikes are widespread in South Africa. In 2010, there was a protracted strike over pay and conditions lasting for almost 3 weeks starting from 10 th to 28 th May. The strike effectively closed all port operations and the recovery took months also evident in the dwell time data presented earlier.
Improve Port Access
South Africa's infrastructure quality is good compared to other SADC countries, and current investment in infrastructure will ensure that this position is maintained in future. However, one major inadequacy is the lack of intermodal facilities and integration between transport modes, which needs to be addressed before South Africa can be seen as a true regional logistics hub (CSIR, 2007) .
The port of Durban has good road connections to the extensive national trunk road network but the access roads in its vicinity suffer from congestion. Mainly due to its location inside the Central Business District, port traffic is sometimes in conflict with general traffic particularly during commuter traffic peak hours therefore constraining port access and general movement of traffic.
While road still dominates, rail transport plays a major role in transporting a large bulk of commodities, with some dedicated services. However turnaround times are still very high. With regards to access, DCT is linked to 4 rail tracks with rail mounted gantries for loading and unloading. In 2008,
Transnet reported that it handles up to 16 trains per day in and out of the terminal area and this have increased to 22 over the last few years (Arup (EThekwini Municipality report), 2008).
As previously mentioned, most of the cargo at the port of Durban is either destined for or originates from the main economic areas in Gauteng. With the exception of commodities, a lot of stuffing and destuffing of containers seems to take place in the Bayhead area
28
. Bayhead is served by two rail tracks and road access is through Bayhead Road and South Coast Road. Bayhead Road currently suffers from congestion mainly from operations located along that road and other city related traffic.
In addition, there are significant space constraints in the Bayhead area and the current operation is inefficient and exacerbates the conflict between port and other city economic activities. As mentioned earlier, the result of this conflict is restricted access to the port and increased turnaround times.
To alleviate the situation, the Ethekwini report recommended the development of an inland logistical hub, increasing capacity and improving rail turnaround times within the port area. If implemented, these improvements will improve port access issues resulting from congestion around the port area.
Conclusions and How to Improve Port Competitiveness
Durban enjoys unparalleled dominance in Sub-Saharan Africa from a size and performance perspective, but TNPA's aspiration to make Durban globally competitive means the port has to meet the standards of other international ports such as the ports of Singapore, Rotterdam and others.
The main lessons for Sub-Saharan Africa that can be drawn from the Durban port are that cargo dwell time is mainly a function of the characteristics of the private sector, but the onus is on public sector players such as customs and the port authority to put pressure on private sector port users to better comply and reduce cargo dwell time. Further cargo dwell time reduction is still possible;
however, it will be more difficult than what was the case in the early 2000s.
The level of service has significantly improved in the last decade. However, in order for Durban to become a worldwide major port, TNPA still has to overcome a few challenges which are crucial for port competitiveness from a cost perspective i.e. high port costs labor productivity and relatively inefficient inland transport networks. Some of the issues of concern are already highlighted by the Regulator's report on the economic review of South African ports
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. These issues are not just important for dwell time. While the port of Durban has seen meaningful improvements over the last few years, the challenge to address the above mentioned issues still remains.
The South African logistical capacity is as good as any developed country in the world; however, logistical costs remain high. Cargo dues (berth costs, wharf age) and terminal handling charge, account for more than 50% of total port costs in South Africa, a proportion far greater than at any other port in the list (see Annex 5).
The issue of port dues is a major concern in the country, an aspect that is also raised in the (TNPA, 2007) .
It is noted that 70% of the port authorities' income is derived from port charges and NEDLAC's view is that Transnet's port charges are strategic and have characteristics of non-port financial objectives. With the LPI showing that more than 50% of SA port users perceive charges to be high/very high, clearly Transnet needs to pay attention to the issue in order to attract customers.
Among other things, the issue of transparency of port charges 30 is an important factor to port users (NEDLAC, 2007) . Historically, Transnet has been perceived to be lacking in transparency and this creates unnecessary suspicion from its customers and the public in general. Given the existing concerns about cargo dues, improving transparency will by no means improve efficiency but it will change the existing perception of foul play and therefore increase stakeholder confidence but also help in attracting investors.
In summary, cargo dwell time is relatively close to international standards in Durban but certain issues remain to make Durban fully competitive worldwide, such as reduced cargo dues (in order to avoid excessive investments in infrastructure and equipment). 29 In Annex 5, a diagram shows a list of some of the most important factors for port competitiveness. 30 The NEDLAC report sought to examine administered prices in port services and port operations and it states that limited access to information was a major problem for that particular study noting concluding that there is low trust and frustration between the players in the port system. It therefore recommends that price and performance indicators be collected and made public by the Department of Transport for the purposes of establishing an information basis for monitoring the South African waterfront. This is particularly problematic as there is a general sense that Transnet cargo dues are set to target revenues for the holding company.
